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(57) ABSTRACT

A method for drive control of a motor vehicle in a drive train
which comprises a drive engine built as a turbo-charged inter-
nal combustion engine, a startup and shifting clutch built as an
automated friction clutch, and a transmission built as an auto-
matic stepped transmission. The method overcomes drive
engine torque deficiencies while traveling in which such
torque deficiencies occur when the driver demands power
corresponding to a target torque of the drive engine which is
above the spontaneously attainable maximum torque. To
avoid downshifting or starting from standstill, initially the
clutchis disengaged up to slipping operation, the drive engine
is then accelerated to the boost threshold speed or an engine
speed which is slightly above the boost threshold speed, and
the drive engine is then loaded up to substantially the full load
torque with a substantially constant engine speed before the
slipping operation of the clutch ends.
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1
METHOD FOR CONTROLLING THE
LOCOMOTION OF A MOTOR VEHICLE

This application is a National Stage completion of PCT/
EP2011/053113 filed Mar. 2, 2011, which claims priority
from German patent application serial no. 10 2010 028 071.2
filed Apr. 22, 2010.

FIELD OF THE INVENTION

The invention relates to a method for the drive control of a
motor vehicle, the drive train of which comprises a drive
engine which is built as a turbo-charged internal combustion
engine, a startup and shift clutch built as an automated friction
clutch, and a gearbox built as an automatic stepped transmis-
sion, wherein a torque deficiency of the drive engine occur-
ring during travel is overcome; this torque deficiency occurs
when the driver demands power corresponding to a target
torque of the drive engine which is above the spontaneously
attainable maximum torque.

BACKGROUND OF THE INVENTION

In motor vehicles, there has been increasing use of auto-
matic stepped transmissions having at least one automated
friction clutch as a startup and shifting clutch, in which the
gear selection, the triggering of shift operations, the engaging
and disengaging of gear steps, and the engaging and disen-
gaging of the friction clutch are automated; that is, these
actions occur by evaluating operating parameters in a trans-
mission control device and the drive assigned to the control.

Particularly in the case of commercial vehicles, the drive
engines are usually designed as diesel engines that can be
boosted by a turbo-charger and that have a specific load
build-up characteristic. As described in more detail in the
document DE 10 2008 054 802.2, which was previously
unpublished and which discloses a method for controlling an
automatic stepped transmission depending on the dynamic
operating characteristics of a turbo-charged internal combus-
tion engine, a turbo-charged internal combustion engine can
spontaneously, that is with high torque gradients, only reach
an intake torque lying below the full load torque. A further
increase of the engine torque is briefly possible, although with
low torque gradients, only above a boost threshold speed,
above which the turbo-charger creates a significant increase
of'the charge pressure and thus the engine torque. Thus aside
from the idle speed, cut-off speed and the full load torque
characteristic curve, the dynamic behavior of a turbo-charged
internal combustion engine is also determined by the boost
threshold speed and the intake torque characteristic curve as
well as by the torque gradients present in certain ranges. Due
to the limitation of the spontaneously achievable engine
torque to the intake torque, with turbo-charged internal com-
bustion engines, significant torque deficiency, generally
referred to as turbo lag, is observed below the boost threshold
speed when the power that is requested by the driver by
deflecting the gas pedal requires engine torque that is greater
than the intake torque.

To avoid or at least mitigate the undesired turbo lag, mul-
tiple technical solutions were disclosed such as an adjustable
turbine geometry for improving the response behavior of the
exhaust gas turbo-charger, or auxiliary devices for increasing
the charge pressure at low engine speed, for instance a
mechanically drivable compressor, an electrically drivable
supplemental compressor, or a mechanical or electrical drive
of the drive shaft of the exhaust gas turbo-charger. However,
such devices are relatively complex and expensive, increase
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the construction space requirements and represent increased
failure potential for the operation of the internal combustion
engine, so they are frequently omitted.

Particularly in the case of a loaded commercial vehicle
traveling uphill, which is typically performed at high engine
load, thatis, at an engine torque lying above the intake torque,
atravel situation can occur with torque deficiency of the drive
engine, for example when the driver briefly releases the gas
pedal or significantly reduces the gas pedal setting to avoid a
collision with a slower vehicle traveling in front for example.
If the gas pedal setting and thus the power demanded by the
driver is then significantly increased again, for example
because slower vehicle traveling in front has turned off or can
be overtaken, the charge pressure and the engine speed of the
drive engine can have been reduced so far that the drive
engine can no longer spontaneously attain the previously set
high engine torque, however the briefly attainable maximum
intake torque is not sufficient for overcoming the drive resis-
tance.

The torque deficiency of the drive engine in this travel
situation can be remedied either by shifting into a lower gear,
or by startup from a standstill or from a slow rolling speed. For
downshifting, a lower gear must be available however, which
particularly in the case of a lighter weight commercial vehicle
is frequently not the case due to a low number of gears of the
respective stepped transmission. In addition the drive resis-
tance (rolling resistance+incline resistance) must not be too
high, because otherwise the motor vehicle is decelerated too
greatly during the shift-dependent interruption of tractive
force, and then startup from standstill is necessary in any case.
However, startup from standstill is associated with a loss of
comfort and with high thermal and mechanical loading of the
friction clutch, and under certain circumstances, such as
travel on difficult terrain, may no longer be possible.

A further driving situation with torque deficiency of the
drive engine can arise during travel with low engine load and
low engine speed, when the driver wishes to accelerate but the
spontaneously attainable intake torque of the drive engine is
not sufficient for this purpose, that is, no acceleration is pos-
sible (intake torque=drive resistance torque) or only very
small acceleration (very low excess torque compared to the
intake torque available for acceleration) is possible. The
torque deficiency of the drive engine can be remedied in this
driving situation too by downshifting, but at the cost of the
aforementioned risks and disadvantages.

Many suitable methods have already been proposed for
overcoming torque deficiency of a turbo-charged internal
combustion engine occurring in other operating situations of
a motor vehicle. Thus for example, the document DE 102 34
428 Al discloses an appropriate method for the startup con-
trol of a motor vehicle, the drive train of which comprises a
drive engine built as a turbo-charged internal combustion
engine, a startup element built as a hydrodynamic torque
converter and a transmission built as a planetary automatic
transmission. This known method provides that during a star-
tup procedure a load carrying friction shift element (clutch or
brake) of the automatic transmission is operated with slip for
abriefperiod of time such that the internal combustion engine
can build-up increased startup torque using an increased
engine speed.

The document U.S. Pat. No. 6,692,406 B2 describes a
corresponding method for the gearshift control of a motor
vehicle, the drive train of which comprises a drive engine
designed as a turbo-charged internal combustion engine, a
startup and shifting clutch designed as an automated friction
clutch, and a transmission designed as an automatic stepped
transmission. This known method provides that with an
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upshift at full load, the internal combustion engine is con-
trolled such that the charge pressure is maintained during the
shifting procedure either by increasing the exhaust energy or
by maintaining the rotational speed of the exhaust gas turbo-
charger, and thus sufficiently high engine torque can be built
up at the end of the shifting procedure.

Due to different operating situations and other technical
conditions, the two named methods cannot however be
readily applied to the present stated problem.

SUMMARY OF THE INVENTION

Therefore, the problem addressed by the present invention
is to propose a method for the drive control of a motor vehicle
of'the initially named type with which torque deficiency of the
drive engine occurring during travel can be overcome without
performing a downshift or startup from standstill.

This problem is solved according to the invention, in that
initially the friction clutch is disengaged up to the transition
into slipping operation, specifically until the drive engine has
accelerated up to the boost threshold speed n, ., or an
engine speed n,, lying slightly above the boost threshold
speedn, ..thusn,, =n, . -n,~n, . +An,,and thatthe
drive engine is then loaded at a largely constant engine speed
N,~N; .., up to nearly the full load torque M, (n;_,,.,,,) before
the slipping operation of the friction clutch ends.

Accordingly, the invention assumes a known motor
vehicle, particularly a commercial vehicle, the drive train of
which comprises a drive engine built as a turbo-charged inter-
nal combustion engine, a startup element built as an auto-
mated friction clutch and a transmission built as an automatic
stepped transmission. In such a motor vehicle, torque defi-
ciency of the drive engine can occur during travel, which
expresses itself in that the power requested by the driver given
by the gas pedal setting corresponds to a target torque M, of
the drive engine that the drive engine cannot attain spontane-
ously, that is, that lies above the spontaneously attainable
maximum torque M, . of the drive engine.

To overcome this torque deficiency of the drive engine
without downshifting and without a startup from standstill,
the method according to the invention provides that the fric-
tion clutch is disengaged up to the occurrence of the slipping
operation so that the drive engine is accelerated at least up to
the boost threshold speedn; .., above which the exhaust gas
turbo-charger can build-up higher charge pressure and thus
the drive engine can build up higher engine torque M,,.

A possible speed increase An,,of approximately 50 min~
to 100 min~" above the boost threshold speedn; ,,,, serves as
a control reserve to compensate for signal inaccuracies and
disruptions, by means of which a decrease of the engine speed
n,, to below the boost threshold speed n; ,,,, and a conse-
quently caused reduction of the engine toque M, ,to the intake
torque M can be avoided.

Subsequently, according to the method according to the
invention, the engine torque M,, is increased up to the full
load torque M, (1, ,,.,,) by a coordinated engagement of the
friction clutch and by increasing the engine power ofthe drive
engine at a largely constant engine speed (n,~n; ) before
the slipping operation of the friction clutch ends.

Thus, depending on the dynamic operating characteristics
of the drive engine, higher engine torque (M,~M,;(n; ,...)
is made available with which torque deficiency of the drive
engine is overcome, and which is sufficient in most operating
situations to continue travel without a downshift or a startup
from standstill.

The data which represents the dynamic operating charac-
teristics of the internal combustion engine can be taken either
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directly from the engine control unit or from a data store of the
transmission control unit. As already described in the docu-
ment DE 10 2008 054 802.2, the relevant data that corre-
sponds to the vehicle configuration can be transferred to the
data store of the transmission control unit at the end of the
production line of the motor vehicle, and during later travel
operation can be adapted through comparison with the cur-
rent operating data, particularly of the drive engine, that is,
adapted to the changed operating characteristics. By access-
ing such updated data, the present method for drive control is
automatically adapted to changed operating characteristics of
the motor vehicle or of the drive engine.

With respect to ending the slipping operation of the friction
clutch, there are basically three possible variants that differ
from each other with respect to driving comfort, the thermal
loading of the friction clutch and the ultimately attainable
engine torque M,,.

According to a first variant of the method, the engine speed
n,,is lowered to the transmission input speed n by further
engagement of the friction clutch and/or by intervention in the
engine control, thus (,,~ngg, 0,,<0; ,.1,), and then the fric-
tion clutch is completely engaged. This variant of the method,
which is preferably used when the present engine torque
M, A0, .., lies significantly above the target torque M,,,;; of
the drive engine (M, (1, ,...)>>M_,;), leads to very low ther-
mal loading of the friction clutch due to the shortened slipping
operation, although it is associated with an abrupt transition
into the normal driving operation (with an engaged friction
clutch) which is considered uncomfortable.

In a second variant of the method, which is preferably used
when the present engine torque M, (n; ,..) largely corre-
sponds to the target torque M, of the drive engine or lies
slightly above the target torque (M0, ,.;,)=zM,.z), it is
provided in contrast that the drive engine is held at the present
engine speed (n,,~n; ,,..) and the friction clutch is held at the
present degree of disengagement until the input side and the
output side of the friction clutch run synchronously
(n,/n5z), and then the friction clutch is completely engaged.
Due to the engine speed being held constant (n,/~n; , ,.;,,)s this
variant of the method results in a largely smooth and therefore
comfortable transition to the normal driving operation. How-
ever it results in a prolonged slipping phase, which leads to
increased thermal loading of the friction clutch.

In a third variant of the method, the drive engine is set to a
higher engine speed (n,>n; ,,,) and a higher engine torque
(M,>M,, (n, ,.) by an increase in the engine power and a
further engagement of the friction clutch, and held there until
the input side and the output side of friction clutch run syn-
chronously (n,,/~n;z), and then the friction clutch is engaged
completely. This variant of the method is used preferably
when the present engine torque M, (n; ,..,) lies significantly
below the target torque M, of the drive engine, thus (M,,
;i) <<M,,;)- This variant of the method also results in a
largely smooth and comfortable transition to the normal drive
operation, but also has a further prolonged slipping phase
with increased thermal loading of the friction clutch.

Various criteria can be evaluated alone or in combination
with each other in order to detect an existing or immediately
impending torque deficiency of the drive engine, and thus in
order to trigger the method according to the invention.

Thus, an existing or immediately impending torque defi-
ciency of the drive engine can be detected in that the present
engine torque M,/ is less than or equal to the intake torque M
of'the drive engine (M, ,<My), in that the present engine speed
n,,is less than the boost threshold speed n; ,,,,,, of the drive
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engine (n,,<n; ,...), and in that the target torque M, of the
drive engine lies above the intake torque Mg of the drive
engine (M,_,~>My).

Likewise an existing or immediately impending torque
deficiency of the drive engine can be detected in that the
present drive resistance torque My, is greater than the spon-
taneously available maximum torque M,,,. of the drive
engine, (M,>M,, 1), andin that the target torque M __,, of the
drive engine lies above the present drive resistance torque,
MFW (MsoZZ>MFW)'

Also, an existing or immediately impending torque defi-
ciency of the drive engine can be detected in that the present
charge pressure p, of the drive engine is less than a boost
threshold value p; .., characterizing the charge pressure
build-up by the exhaust gas turbo-charger (p,<p;_,,;,), and in
that the drive engine, to create the target torque M, ,),
requires a charge pressure (p, =P, . lying above the boost
threshold value p; ., thus (M., ,;<Mj).

In addition, it is reasonable to make performing the method
dependent on certain vehicle-specific, environment-specific
and use-specific criteria.

Thus it is expedient to determine ahead of time the engine
torque M, (n,,) that can be attained using the drive control
according to the invention, and then to perform the drive
control, according to the invention, only when the attainable
engine torque M,;(n,,) corresponds at least to the present
drive resistance torque My, thus (M, (n,)=Mz;). If the
engine torque M,,(n,,) that can be attained using the
method lies below the drive resistance [torque] My, thus
My, (0,)<Mgp), this would lead to a deceleration of the
motor vehicle such that in this case a downshift or a startup
from standstill is unavoidable, and therefore performing the
drive control according to the invention does not make any
sense.

With this procedure, the engine torque M, (n,,) that can be
attained using the drive control according to the invention can
be determined for this purpose from the full load character-
istic curve of the drive engine in a simplified manner as the
full load torque M, (n,,) that can be set at the current engine
speed 1n,,.

In particular with the two last named variants of the
method, the thermal load of the friction clutch is relatively
high due to the long slipping phase and can therefore exceed
the permissible load limits. Therefore it is expedient to deter-
mine ahead of time the thermal loading of the friction clutch
caused by the drive control according to the invention, and to
perform the drive control according to the invention only
when the thermal loading of the friction clutch does not
exceed a specified load limit value.

Also the activation or non-activation of the drive control
according to the invention can be made dependent on the
presently engaged gear.

Thus, it can be provided that the drive control according to
the invention is performed only when the currently engaged
gear does not exceed a maximum gear determined ahead of
time. Limiting the use of the method according to the inven-
tion by a maximum gear can serve to limit the loading of the
friction clutch for example.

A gear-specific criterion can, however, also exist in that the
drive control according to the invention is performed only
when no lower gear is available for a downshift. This is the
case when the presently engaged gear is already the lowest
gear (first gear) of the stepped transmission, or when it is not
possible to shift into a lower gear due to a malfunction. In this
case, the method according to the invention forms an emer-
gency method for the case that a downshift is not possible.
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A further gear-specific criterion can exist in that the drive
control according to the invention is performed only when the
presently engaged gear corresponds to the startup gear pro-
vided under the current operating and environmental condi-
tions, which are determined essentially by the vehicle mass,
the roadway incline and the roadway properties. In this case
too, the method according to the invention forms an emer-
gency method with which a startup from standstill, which is
undesirable with respect to drive comfort and clutch wear, is
avoided.

Also it can be provided that the drive control according to
the invention is performed only when a downshift would lead
to a vehicle standstill and a subsequent startup under the
present operating and environmental conditions, that is, due
to a high rolling resistance and incline resistance. In this case
the method according to the invention also forms an emer-
gency method with which a startup can be avoided under
difficult conditions, such as on difficult terrain and thus a
possible breakdown of the motor vehicle can be avoided.

A further criterion for activating the method according to
the invention can be that the drive control according to the
invention is performed only when the gas pedal setting has
attained or exceeded a predetermined limit setting. This limit
setting of the gas pedal can for instance be the kick-down
setting with which a downshift is typically triggered. With
this criterion it is guaranteed that the drive control according
to the invention is activated only upon high power requests by
the driver.

Finally, it can be provided that the drive control according
to the invention is performed only when it is released or
activated as a vehicle-specific or use-specific special func-
tion. Thus, it is possible for example that the drive control
according to the invention is available or released only for
specific emergency vehicles, such as fire trucks, ambulances,
and military vehicles, or can be enabled only for specific uses,
such as off-road travel, but is not available or is blocked
during normal drive operation in standard vehicles.

BRIEF DESCRIPTION OF THE DRAWINGS

For illustrating the invention, the description is accompa-
nied by a drawing with an example embodiment. The figures
show:

FIG. 1 a correction according to the invention of torque
deficiency of a turbo-charged internal combustion engine
occurring during travel in an engine characteristic map,

FIG. 2 relevant speed and torque progression for the
example in FIG. 1,

FIG. 3 an engine dynamics characteristic map of a turbo-
charged internal combustion engine,

FIG. 4a the torque build-up of an internal combustion
engine according to FIG. 4 with an engine speed controlled
below the boost threshold speed, thus (n,,<n; ), and

FIG. 4b the torque build-up of an internal combustion
engine according to FIG. 4 with an engine speed controlled
above the boost threshold speed, thus (n,>n; _..).

DETAILED DESCRIPTION OF THE PREFERRED
EMBODIMENTS

A presently assumed drive train of a commercial vehicle
comprises a drive engine designed as a turbo-charged internal
combustion engine, a startup and shifting clutch designed as
an automated friction clutch, and a transmission designed as
an automatic stepped transmission.

The stepped transmission can be connected on the input
side, via the friction clutch, to the drive shaft (crankshaft) of
the internal combustion engine, and is connected on the out-
put side, via a cardan shaft, to the axle transmission (axle
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differential) of a drive axle. At least one auxiliary consumer
and optionally at least one drive-side power take-off are dis-
posed at the internal combustion engine, which, in the driven
state, reduce the engine torque M, , from the internal combus-
tion engine that can be delivered at the friction clutch and that
is available for driving the motor vehicle. In addition, further
output drive-side power take-offs can be disposed at the
stepped transmission or at the axle transmission, which, in the
activated state, further reduce the engine torque M, ,transmit-
ted, via the friction clutch, to the stepped transmission, such
that in driving operation a correspondingly reduced torque is
available for overcoming the drive resistance and attaining at
least minimal vehicle acceleration.

In drive operation, the internal combustion engine must
therefore be able to generate engine torque M, and deliver
the torque at the friction clutch so that such torque, minus the
drive torques for the auxiliary consumers and the drive-side
power take-offs, is sufficient for attaining acceptable vehicle
acceleration. For this purpose, the engine torque M, trans-
ferred by the friction clutch must be high enough that, even
minus the drive torques for the output-drive-side power take-
offs, the engine torque exceeds the drive resistance torque
resulting from the present drive resistance, that is, the reduced
drive resistance torque M, reduced with the overall trans-
mission ratio and the efficiency of the drive train at the input
shaft of the stepped transmission, to such a degree that the
excess torque is at least sufficient for minimal vehicle accel-
eration.

The present invention proposes a method with which
torque deficiency of the drive engine during travel is over-
come, this torque deficiency occurring when the driver
demands power corresponding to a target torque M, of the
drive engine which is above the spontanecously attainable
maximum torque M, .., without a downshift or a startup from
standstill having to be performed.

For this purpose, the important dynamic operating charac-
teristics of the drive engine built as a turbo-charged internal
combustion engine, can be taken from the engine dynamics
characteristic map known from the document DE 10 2008
054 802.2, which can be stored in the data store of the trans-
mission control unit and is shown for example in FIG. 3.

The engine dynamics characteristic map, shown in FIG. 3
in a torque—speed diagram, contains the spontaneously
available maximum torque M,, . of the internal combustion
engine and the maximum torque gradient (dM, /dt),,.,., with
which the spontaneously available maximum torque M,,,,, of
the internal combustion engine can be attained as quickly as
possible, in each case as a function of the present engine
torque M, and the present engine speed n,,, thus (M, =f
Mag M), (AM /A1) 1=t (Mg, 1157)).

The engine dynamics characteristic map is bounded by the
steady-state full load torque characteristic curve M,;(n,,),
the zero torque curve (M,,~0), the idle speed n,,, and the
cut-off speed n,,, of the internal combustion engine. The
engine dynamics characteristic map is subdivided into four
operating regions A, B, C, D by the intake torque character-
istic curve M(n,,) of the intake torque, simplified here as
assumed to be constant M ~=const., and the boost threshold
speedn; ., of the internal combustion engine.

In the first operating region A (0=M,, <M, n,,,<n,,<
n; ., that is below the intake torque characteristic curve
Mg~const. and below the boost threshold speed n, ., the
spontaneously available maximum torque M, . (n,,) of the
internal combustion engine is formed in each case by the
corresponding value of the intake torque Mg, thus (M, .
(n,,)=My). However, as the intake torque My in this region is
constant (M ~=const.), the spontaneously available maximum
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torque M, ., of the internal combustion engine is represented
by a single value (M, , =M ~const.). Independent of this, the
very high maximum torque gradient (dM, /dt),,,,,.. in operat-
ing region A can also be represented by a single value.

In the second operating region B (0=M,<M,,
Ny u=ly=n; )lying below the intake torque characteristic
curve Mg=const. and above the boost threshold speed n; ,,;,,,
the spontaneously available maximum torque M, (n,,) of
the internal combustion engine is similarly given in each case
by the corresponding value of the intake torque M. Because
the intake torque M in this region has a constant progression
(Mg=const.), the spontaneously available maximum torque
M,,,... of the internal combustion engine in operating region B
is likewise represented by a single value (M,,,,, =M ~const.).
As with operating region A, the very high maximum torque
gradient (dM,/dt),, .. beneath the intake torque characteristic
curve Mg=const. can also be expressed by a single value in
operating region B.

In the third operating region C (Mg=M,,<M,;(n,,),
N, ,.,=<,, =0, ), adjacent to operating region B and lying
above the intake torque characteristic curve M =const. and
above the boost threshold speed n; _,,;,,, a further increase of
the engine torque M, ,is possible up to the respective value of
the steady-state full load torque characteristic curve M,
(n,,), however, with a significantly lower maximum torque
gradient (dM, /dt),,,, than in operating regions A and B, i.e.,
below the intake torque characteristic curve M =const.

In the fourth operating region D (Mg=M, <M, (1n,,),
0, =<0, <n; .., adjoining at the first region A, above the
intake torque characteristic curve M =const. and below the
boost threshold speed n, ... a further rapid increase of the
engine torque M, is not possible without an increase of the
engine speed n,, above the boost threshold speed n; ;.
Consequently, in operating region D, the spontaneously avail-
able maximum torque M, . (n,,) of the internal combustion
engine equals the corresponding value of the intake torque
Mg, thus (M, (n, )=M~=const.) and the maximum torque
gradient (dM, /dt),,... equals zero, thus ((dM,/dt),,..=0).

An operating region E, which cannot be attained in normal
driving operation and thus is not relevant, can be defined
above the full load torque characteristic curve My, (n,,).
Below the full load torque characteristic curve M, (n,,) and
the idle speed n,,,, there is an undesirable but technically
attainable operating region F, into which the internal combus-
tion engine can be pushed dynamically in regard to its oper-
ating behavior from an engine speed n,, lying near the idle
speed n,,,, for example due to a rapid engagement of the
friction clutch, and in which there is a danger of stalling the
internal combustion engine.

In addition, a nearby region lying immediately below the
full load torque characteristic curve M, (n,,) can be defined
as an additional operating region V, in which the internal
combustion engine under full load, that is along the full load
torque characteristic curve M, (1, ), can be pushed to a lower
engine speed n,, or controlled to higher engine speed n,,.

For the driving states considered here, in which the drive
engine is to be guided from an engine speed n,, lying below
the boost threshold speed n; ,,;,, to an engine speed n,,lying
above the boost threshold speed n, .. and from an engine
torque M,, lying below the intake torque M, to an engine
torque M, lying above the intake torque M, it is to be noted
accordingly that the drive engine can be spontaneously
loaded, that is with a high torque gradient dM, /dt, only up to
the intake torque M when the engine speed n, ,remains below
the boost threshold speed n; ,,;,. This relationship is illus-
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trated in a greatly simplified manner in the torque progression
M, (1) in image insert (a) of FIG. 3 and in the time progression
of FIG. 4a.

Likewise it is to be noted for the present drive control that
the drive engine must be accelerated above the boost thresh-
old speed n; ,,,, in order to spontaneously set an engine
torque M, ,lying above the intake torque M, that is, it must be
controlled from operating region A into operating region B or
C, because a further rapid increase of the engine torque M, /is
possible only above the boost threshold speed n; ,,;,,, even
with a lower torque gradient dM,/dt. This relationship is
illustrated in a greatly simplified manner in the torque pro-
gression M, (1) in image insert (b) of FIG. 3 and in the time
progression of FIG. 45.

The present method for drive control according to the
invention provides that remedying a torque deficiency of the
drive engine depending on the dynamic operating properties
thereof occurs such that initially the friction clutch is disen-
gaged up to the transition into slipping operation until the
drive engine has accelerated up to the boost threshold speed
N .., Or an engine speed n,, lying slightly above the boost
threshold speed n; ... thus (n,=n, _.-n,~n, . +An,,).
Next, the drive engine is then loaded up to nearly the full load
torque M,z (n; ,.,) with a largely constant engine speed
(ny~n; ) by an appropriate increase of the engine power
and by an engagement of the friction clutch coordinated
therewith before the slipping operation of the friction clutch
ends.

Three variants of a corresponding speed and torque guid-
ance of the internal combustion engine are shown in FIG. 1in
an engine dynamics characteristic map according to FIG. 3
and in FIGS. 2a) and ) with the respective time progressions
of'the engine speed n,,, the transmission input speed n, and
the engine torque M, .

Starting from a drive operating state with high engine
torque M, and relatively low engine speed n,, at the time t0"
(operating point P,), the power requested by the driver is
reduced significantly by reducing the gas pedal setting or by
releasing the gas pedal such that the engine torque M, at a
largely constant engine speed n,, decreases below the intake
torque M up to time t0' (operating point P,).

When the driver again shortly thereafter (at time t0)
requests power at the old level or beyond that by an appro-
priate gas pedal setting, the drive engine can quickly increase
the engine torque M, , that is, at high torque gradient dM, /dt,
due to the dynamic operating properties thereof, only up to
the intake torque My (operating point P,, time t1).

An increase of the engine torque M, to the previous level
at operating point P,, shown in FIG. 1 with a dashed line, is
then not possible, such that normally a downshift associated
with an interruption of the tractive force or even startup from
standstill would be required. At the latest in this operation
situation, the method according to the invention is activated in
order to overcome the torque deficiency of the drive engine
without performing a downshift or a startup from standstill.

For this purpose, initially the friction clutch at time t1 is
disengaged up to the transition into the slipping operation,
whereby the drive engine is accelerated until exceeding the
boost threshold speed n; _,,,,,, (operating point P,', time t1).
Then, the drive engine is loaded by a corresponding increase
of the engine power at a largely constant engine speed
(n,~n; ,...)uptonearly full load torque M, (n, ,.,) andby
a coordinated engagement of the friction clutch (operating
point P,", time t2), whereby in the meantime the engine
torque M, at time t1" exceeds the drive resistance torque
M5~ and consequently the motor vehicle and the input shaft

10

15

20

25

30

35

40

45

50

55

60

65

10

of'the stepped transmission are accelerated, that is, the trans-
mission input speed n ;. increases.

With the attainment of operating point P," near to the full
load torque M, (1, _,,.,,), three possibilities arise for ending
the slipping operation of the fiction clutch and transitioning
into normal driving operation.

In a relatively uncomfortable first variant of the method,
however with low thermal loading of the friction clutch, the
engine speed n,, is reduced to the transmission input speed
ngy by further engagement of the friction clutch and/or by
intervention in the engine control, (1, ~Ngz, 0,,<0;,,:,
whereby the engine torque M,, is reduced, thus (M, <M,
(0z_,n:,)) and the engine speed n,, is reduced below the boost
threshold speed n; .., thus (n,,<n, ) (operating point
P,', time t3). Then the friction clutch is completely engaged
and transitioned into normal driving operation control.

In a comfortable second variant of the method, however
with higher thermal loading of the friction clutch, the drive
engine is held at the present engine speed (n,,~n; ,..,)andthe
friction clutch is held at the present degree of disengagement
until synchronous running (n,,~n.;) is achieved at the fric-
tion clutch, and thereupon the friction clutch is completely
engaged (operating point P,", time t3").

In an also comfortable third variant of the method, however
with even higher thermal loading of the friction clutch, the
drive engine is set to a higher engine speed (n,~>n, ,,,)and
a higher engine torque (M, >M,;(n; ,.;,) by increasing the
engine power and by further engagement of'the friction clutch
(operating point P,™, time t2') and held there until synchro-
nous running (n,~ngz) has been achieved at the friction
clutch (operating point P,'-, time t3"),after which the friction
clutch is completely engaged.

The variant of the method used can be fixed in a vehicle-
specific or use-specific manner, or selected depending on
present operating parameters, particularly in the relation of
the engine torque (M,,~M,,(n; ,,,)) present at operating
point P, " to the target torque M,_,,, requested by the driver.

REFERENCE CHARACTERS

A operating region

B operating region

C operating region

D operating region

E operating region

F operating region

M torque

M- drive resistance torque
M, ,engine torque

M,,, ., maximum torque

M, intake torque

M., target torque

M, full load torque

n rotational speed

N transmission input speed
n, ,, idle speed

0y ., boost threshold speed
n,,, cut-off speed

n,,engine speed

p pressure

p; charge pressure

P, . boost threshold value
P, operating point

P, operating point

P,' operating point

P," operating point

P,"" operating point
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P, operating point
P,' operating point
P," operating point
P, operating point
t time
t0 point in time
10" point in time
10" point in time
t1 point in time
t1' point in time
t1" point in time
12 point in time
12' point in time
13 point in time
t3' point in time
3" point in time
V operating region
An,, increase in speed

The invention claimed is:

1. A method for drive control of a motor vehicle having a
drive train which comprises a turbo-charged internal combus-
tion engine, an automated friction clutch which functions as a
startup and shifting clutch, and an automatic stepped trans-
mission, to overcome a torque deficiency of'the turbo-charged
internal combustion engine that occurs when a driver
demands power corresponding to a target torque (M,,;,) of the
turbo-charged internal combustion engine which is greater
than a spontaneously attainable maximum torque (M), the
method comprising the steps of:

initiating the drive control, with either an engine control

unit or transmission control unit, when the target torque
of the turbo-charged internal combustion engine
demanded by the driver, via a gas pedal, is greater than
the spontaneously attainable maximum torque,

initially disengaging the friction clutch up to a slipping

operation,
accelerating the turbo-charged internal combustion engine
to either a boost threshold speed (n;_,,;,) or an engine
speed (n,,) which is above the boost threshold speed
(O _irs)> Ma Ny, iy Ma Ny AN Y)),

increasing a load on the turbo-charged internal combustion
engine up to a substantially full load torque (M,
(0;_,..x) by engaging the friction clutch and increasing
engine power at a substantially constant engine speed
(np~1; ;) before the slipping operation of the friction
clutch ends, and

fully engaging the friction clutch to end slipping operation

thereof.

2. The method according to claim 1, further comprising the
steps of lowering the engine speed (n,,) to a transmission
input speed (ngg), (M Ngr, Ny <0z .5)), by at least one of
further engagement of the friction clutch and intervention in
the engine control, and then completely engaging the friction
clutch.

3. The method according to claim 2, further comprising the
step of performing the method when a present engine torque
(M1, _,,;,)) is greater than the target torque (M) of the
turbo-charged  internal  combustion engine (M,,
(nLimin) >>Msoll).

4. The method according to claim 1, further comprising the
step of holding the turbo-charged internal combustion engine
atapresent engine speed (1,,~n; ,,,) and holding the friction
clutch at a present degree of disengagement until reaching
synchronous running(n,,~n ;) at the friction clutch, and then
completely engaging the friction clutch.

5. The method according to claim 4, further comprising the
step of performing the method when a present engine torque

Tax.
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(M, (0 _,.1,)) either substantially corresponds to the target
torque (M,,,;) of the turbo-charged internal combustion
engine, or is greater than the target torque (M,,;) of the
turbo-charged  internal combustion engine ((M,,
Mz in)=2M,oz)-

6. The method according to claim 1, further comprising the
step of setting the turbo-charged internal combustion engine
to a higher engine speed (n,~n, ,,,) and a higher engine
torque (M, ~>M,,(n; ;) by increasing engine power and
by further engagement of the friction clutch, and maintaining
the higher engine speed and the higher engine torque until the
friction clutch runs synchronously (n,,~n5z), and then com-
pletely engaging the friction clutch.

7. The method according to claim 4, further comprising the
step of setting the turbo-charged internal combustion engine
to a higher engine speed (n,>n; ,.,) and a higher engine
torque (M, ~>M,,(n; ,...)) by increasing engine power and
by further engagement of the friction clutch, and maintaining
the higher engine speed and the higher engine torque until the
friction clutch runs synchronously (n,,~n.), and then com-
pletely engaging the friction clutch; and

performing the method when a present engine torque (M,

(0;_,.;0)) is less than the target torque (M,,;) of the
turbo-charged internal combustion engine (M,,
(nLimin) <<Msoll)'

8. The method according to claim 1, further comprising the
step of detecting either an existing or an immediately impend-
ing torque deficiency of the turbo-charged internal combus-
tion engine when a present engine torque (M, ) is either less
than or equal to an intake torque (M) of the turbo-charged
internal combustion engine (M,,<My), and when a present
engine speed (n,,) is less than the boost threshold speed
(0z_nsn) of the turbo-charged internal combustion engine
(n,,<1; ,...), and when the target torque (M_;,) of the turbo-
charged internal combustion engine is greater than the intake
torque (M) of the turbo-charged internal combustion engine
(MsoZZ>MS)'

9. The method according to claim 1, further comprising the
step of detecting either an existing or an immediately impend-
ing torque deficiency of the turbo-charged internal combus-
tion engine when a present drive resistance torque (Myy;) is
greater than the spontaneously attainable maximum torque
(M,,...) of the turbo-charged internal combustion engine
(Mgi>M,,,..), and when the target torque (M__,;) of the turbo-
charged internal combustion engine is greater than the present
drive resistance torque (Mg, (M,,; >Mg;).

10. The method according to claim 1, further comprising
the steps of determining, via one of the engine control unit
and the transmission control unit, a present charge pressure
(p;) of the turbo-charged internal combustion engine, and
detecting either an existing or an immediately impending
torque deficiency of the turbo-charged internal combustion
engine when the present charge pressure (p;) of the turbo-
charged internal combustion engine is less than a boost
threshold value (p, ,,,,,,) characterizing an exhaust gas turbo-
charger for a charge build-up (p,<p; ,..). and when the
turbo-charged internal combustion engine, for creating the
target torque (M, ), requires a charge pressure (p;=p; ,.;,,)
lying above the boost threshold value ((pz_,.1)s M0 Ms))-

11. The method according to claim 1, further comprising
the step of determining, via one of the engine control unit and
the transmission control unit, an engine torque (M, (1,,)
that is attainable using the drive control prior to performing
the drive control, and performing the drive control only when
the attainable engine torque (M, (1n,,)) corresponds at least to
a present drive resistance torque (Mzy,), (M7 (1,)=zMg;)).
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12. The method according to claim 11, further comprising
the step of determining, via one of the engine control unit and
the transmission control unit, the engine torque (M, (n,,))
that is attainable using the drive control from a full load
characteristic curve of the turbo-charged internal combustion
engine as the full load torque (M, (n,,)) that can be set at a
present engine speed (n,,).

13. The method according to claim 1, further comprising
the step of determining, via one of an engine control unit and
a transmission control unit, a thermal loading of the friction
clutch caused by the drive control prior to performing the
drive control, and performing the drive control only when the
determined thermal loading of the friction clutch does not
exceed a specified load limit value.

14. The method according to claim 1, further comprising
the step of performing the drive control only when a presently
engaged gear does not exceed a predetermined maximum
gear.

15. The method according to claim 14, further comprising
the step of performing the drive control only when another
gear, that is lower than the presently engaged gear, is unavail-
able for a downshift.

16. The method according to claim 1, further comprising
the step of performing the drive control only when a presently
engaged gear corresponds to a startup gear.

17. The method according to claim 1, further comprising
the step of performing the drive control only when a down-
shift would lead to a vehicle standstill and a subsequent
startup.

18. The method according to claim 1, further comprising
the step of performing the drive control only when a gas pedal
setting attains or exceeds a predetermined limit setting, and
the predetermined limit setting being a kick-down setting at
which a downshift is initiated in the transmission.

19. The method according to claim 1, further comprising
the step only actuating the drive control in the drive train of
emergency vehicles, fire trucks, ambulances, and military
vehicles, or for off-road travel of the motor vehicle.
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20. A method of controlling drive of a commercial motor
vehicle to increase torque when a driver demands a target
torque (M, ,)of a drive engine which is above a spontane-
ously attainable maximum torque (M,,,,,.) of the drive engine,
and a drive train of the motor vehicle comprises a turbo-
charged internal combustion engine as the drive engine , a
turbo-charger which functions in combination with the drive
engine to increase drive torque of the drive engine, an auto-
mated friction clutch, an automatic stepped transmission and
at least one auxiliary consumer being driven by the turbo-
charged internal combustion engine, the method of compen-
sating for drive torque supplied to the at least one auxiliary
consumer during operation of the commercial motor vehicle
comprising the steps of:

initiating drive control, with either an engine control unit or

atransmission control unit, when the target torque of the
drive engine, which was demanded by the driver via a
gas pedal, is greeter than the sponteneously attainable
maximum torque of the drive engine;

disengaging the friction clutch such that the friction clutch

operates in a slip operation;
accelerating the turbo-charged internal combustion engine
to either a load threshold speed (n, ) or an engine
speed (n,,) which is above the load threshold speed
@ _in)’

increasing the turbo-charged internal combustion engine
up to a substantially full load torque M, (n;_,,.:,)) by
engaging the friction clutch and increasing engine
power at a substantially constant engine speed
(annLimin);

maintaining the engine speed and the drive engine torque
until a drive input and output of the friction clutch are
synchronous; and

completely engaging the friction clutch to terminate the

slipping operation of the friction clutch.

#* #* #* #* #*



